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Existing intersection | ane configurations and turning
service for the study intersections during each peak h
study intersections for the existing conditions analys
software program for 2024 Exi Jabledg Condi tions are summ:

Under this scenario, all four study intersections oper e
of San Jose (LOS D or better) during the AM and PM peal

LOS worksheets Apperdix@r ovi ded i n

I't should be noted that the Tab28 smuenmmasyed esrul dars ipy ®elsaetnd
analysis method adopted by the City of San Jose.

Table 4: Existing Conditions - Intersection Level of Service Analysis Results

Existing Conditions

eak
# Intersection Control Average Critical Critical
Hour? LOS?®
Delay? Vv/Cc* Delay®
Santa Teresa Boulevard. AamMd 28. 1 C 0.513 33. 8
1 Signalized
Snel | Avenue PM 32.9 C 0.389 36. 6
Santa Teresa Bo . AM 20. 7 C 0. 45 22. 8
2 Signal
Dunn Avenue P M 12.0 B 0. 214 8. 3

Notes:

'AM — morning peak hour, PM — afternoon peak hour

2Average intersection delay expressed in seconds per vehicle for signalized intersections.
3LOS = Level of Service

“Critical V/C - Critical Volume-to-Capacity ratio

*Critical delay is expressed in seconds per vehicle for signalized intersections.
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TJKM conducted a Vehicle Miles Traveled (VMT) assessment for the development located at 511 Cozy Drive
in the City of San Jose, California. The development will consist of 80 residential units on a vacant elementary
school facility site in the southern portion of San Jose.

Following discussions with the City of San Jose, TIKM obtained the San Jose VMT Evaluation Tool (2023
edition) to derive the VMT/capita value for this project. Based on the assessor’s parcel number (APN) of a
project, the VMT evaluation tool identifies the existing residential average VMT per capita for the project
area. Based on the project location, type of development, project description, and proposed trip reduction
measures, the VMT evaluation tool calculates the project VMT.

Projects located in areas where the existing VMT is greater than the established threshold are referred to as
being in “high-VMT areas”. Projects in high-VMT areas are required to include a set of VMT reduction
measures that would reduce the project VMT to the greatest extent feasible. The VMT Evaluation tool
evaluates a list of selected VMT reduction measures that can be applied to a project to reduce the project
VMT. There are four strategy tiers whose effects on VMT can be calculated with the VMT Evaluation tool:

1. Project characteristics (e.g. density, diversity of uses, design, and affordability of housing) that
encourage walking, biking and transit uses.

2. Multimodal network improvements that increase accessibility for transit users, bicyclists, and
pedestrians,

3. Parking measures that discourage personal motorized vehicle-trips, and
Transportation demand management (TDM) measures that provide incentives and services to
encourage alternatives to personal motorized vehicle-trips.

The first three strategies — land use characteristics, multimodal network improvements, and parking are
physical design strategies that can be incorporated into the project design. TDM includes programmatic
measures that aim to reduce VMT by decreasing personal motorized vehicle mode share and by
encouraging more walking, biking, and riding transit. TDM measures should be enforced through annual
trip monitoring to assess the project’s status in meeting the VMT reduction goals.

Currently, the project is located in an area with extremely high VMT. The San Jose VMT Tool reports that
the project VMT/Capita value is 19.52. The threshold value, which is 15% below the City of San Jose average
VMT/Capita, is 11.39 (City’s residential VMT threshold). That means the project would need to mitigate
41.6% of its VMT in order to be under the threshold value.

3.1.1 Base Year VMT Analysis
TJKM obtained the San Jose VMT tool to calculate VMT for the project with the deductions allowed for
certain project features and proposed TDM programs. The features reduce VMT by 15.7%. Table 4 lists all
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of the project features and programs that result in a reduction in VMT, as calculated using the City’'s VMT

Tool.
Table 5: VMT-Reducing Project Features

Project Feature % VMT
Tier 1 Project Characteristics Increase Development Density 1.2%
Tier 1 Integrate Affordable Rate Housing 1.3%
Tier 4 TDM Programs School Pool Program* 8.3%
Tier 4 Access to Neighborhood School 0.9%
Tier 4 Voluntary travel behavior change program 4.0%

Total VMT Reduction 15.7%

*Due to its close proximity to schools, expected school pool participant rate is 100%.

By applying deductions allowed by the City for the above-identified project design features, the VMT/Capita
value is reduced by 15.7%or 2.48. This results in a total VMT per capita for this project of 17.04. Since 17.04
is higher than the City threshold value of 11.39, TJKM finds that this project has a significant and
unavoidable impact on VMT.

Mitigation Measures:
The following mitigation measures can be implemented to reduce the significant VMT impact:

1. Tier 1-Project Characteristics-Increase Development Density, and Integrate Affordable Rate
Housing: Project is in suburb with Single Family Homes. Project provides 13% of affordable low-
income housing that generally make fewer trips by automobile than households with higher
incomes. The implementation of this mitigation measure would reduce the VMT by 2.5%.

2. Tier 4 —TDM Programs
a. School Pool Program: Provide school pool programs that connect parents who transport

students to and from schools without bus service, including private, charter, and neighborhood
schools. This program is available to all families within the Project and is intended to reduce
the total number of vehicle trips to and from the school. These programs work by connecting
families in a neighborhood or school district to share in the responsibilities of getting their
children to school and back. This can save time and money for families and provide a
convenient and reliable transportation option for students. The VMT analysis assumes 100%
participation in the School Pool Program. Implementing this mitigation measure is expected to
reduce VMT by 8.3%. The program would be managed by the Home Owner’s Association (HOA)
or property owners.

b. Access to Neighborhood Schools: Neighborhood schools primarily serve the neighborhoods
immediately surrounding the school and allow students to walk or bike to school, reducing the
use of automobiles for drop-off and pick-up trips and thereby reducing VMT. Santa Teresa High
School is located less than one mile from the project site. The project should implement a “Safe
Routes to School” plan for project children who are walking and biking to and from school.
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Implementing this mitigation measure is expected to reduce VMT by 0.9%. The program would
be managed by the HOA.

c. Voluntary Travel Behavior Change Program: Provide voluntary travel behavior change programs
including mass communication campaigns and travel feedback programs, such as travel diaries
or feedback on calories burned from activities and travel. This strategy encourages the use of
shared ride modes, transit, walking, and biking. All residents of the proposed development
would be provided with the information/tools necessary to take full advantage of the Voluntary
Travel Behavior Change Program. Accordingly, the VMT analysis assumes 100% of the residents
would participate in this effective TDM program. The program would be managed by the HOA.
Implementing this mitigation measure is expected to reduce VMT by 4.0%.

Figure 6 illustrates the VMT Evaluation Tool Summary Reports with and without mitigation. Appendix F
contains various outputs from the San Jose VMT Tool along with detailed descriptions of the VMT reduction

measures.

To address unmitigated VMT impacts in accordance with Council Policy 5-1, the applicant will provide funds
to the City to support the construction of multimodal transportation system improvements. While these
improvements may not fully reduce or eliminate the project’s significant VMT impacts, they serve as one of
the Project’s overriding community benefits. Such benefits can support findings that help the City Council
determine whether the Project’s advantages outweigh its environmental impacts.

City of San Jose staff have indicated that the 2025 override fee for residential projects is $3,002 per VMT
not mitigated per capita. The override fee is subject to an annual escalation on January 1st in line with the
Engineering News-Record Construction Cost Index (ENR CCl) for San Francisco. According to the City of San
Jose Land Use Assumptions for the 2020 General Plan Four-Year Review, there are approximately 3 residents
per household within the City.
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Figure 8: VMT Evaluation Tool Summary Report with/without mitigation

CITY OF SAN JOSE VEHICLE MILES TRAVELED EVALUATION TOOL SUMMARY REPORT

PROJECT:

Name: 511 Cozy Drive Tool Version: 2/29/2019
Location: 511 Cozy Drive Date: 12/1/2025
Parcel: 68908001 Parcel Type: Suburb with Single-Family Homes

Proposed Parking Spaces Vehicles: 390 Bicycles: 8

Percent of All Residential Units

Residential:
Single Family 64 DU Extremely Low Income ( < 30% MFI) 0 % Affordable
Multi Family 16 DU Very Low Income ( > 30% MFI, < 50% MFI) 0 % Affordable
Subtotal 80 DU Low Income ( > 50% MFI, < 80% MFI) 13 % Affordable

Office: 0 KSF

Retail: 0 KSF

Industrial: 0 KSF
VMT REDUCTION STRATEGIES

Tier 1 - Project Characteristics

Increase Residential Density

Existing Density (DU/Residential Acres in half-mile buffer) ............. ... ... ... 4
With Project Density (DU/Residential Acres in half-mile buffer) .................... 5
Increase Development Diversity
Existing Activity Mix Index .. ... 0.20
With Project Activity Mix Index . ... 0.19
Integrate Affordable and Below Market Rate
Extremely Low Income BMR UNItS ... ... 0 %
Very Low Income BMR UNits . ... .. 0 %
Low Income BMR UNItS . . ..o 13 %
Increase Employment Density
Existing Density (Jobs/Commercial Acres in half-mile buffer) ....................... 6
6

With Project Density (Jobs/Commercial Acres in half-mile buffer)..................
Tier 2 - Multimodal Infrastructure

Tier 3 - Parking
Tier 4 - TDM Programs
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Category Measures How to Implement

HOA- Provide a voluntary travel behavior

. . change program that targets individual
TP18- Provide Voluntary Travel Behavior ) )
attitudes and behaviors towards travel and
Change Programs L .
helps individuals analyze and alter their travel

choice and behavior.

5.6.3 TDM Compliance and Monitoring

The proposed development is a part of Smaller Project (Level 1). As per City's requirements for all Level 1
Project types, at least one programmatic measure as outlined in their TDM plans are subject to Annual
compliance. After occupancy, they must verify the continued implementation of these measures for as long
as they maintain a Certificate of Occupancy. Each year for at least the first five years, a completed TDM
Compliance Form, along with associated administrative fees, must be submitted to the City Department of
Transportation. This form should summarize the project's size (including the number of residential units,
their market status, and parking details, or, for commercial projects, the number of businesses, total square
footage, and parking information), provide a point of contact (property address, owner/association name,
and contact person's information), and document existing TDM measures, including proof of
implementation and any changes from the original plan or previous years.

The first TDM Compliance Form must be submitted within 30 calendar days of the 18-month anniversary of
the initial Certificate of Occupancy issuance. Subsequent annual submissions are also due within 30 days of
this date. After five consecutive years of satisfactory TDM Compliance Form submissions, the requirement
shifts to every three years. If a project fails to demonstrate satisfactory compliance at any time, the schedule
reverts to annual submissions until the project achieves another five consecutive years of satisfactory
compliance.
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6.1.1 Project Vehicle Miles Travelled (VMT) Analysis

Based on the VMT analysis screening criteria in the City’'s Transportation Analysis Handbook (April 2023) to
determine conformance to Council Policy 5-1, the project VMT of 19.52 per capita is higher than the
residential VMT threshold for residential projects in San Jose of 11.39 per capita. By applying the deductions
allowed by the City's guidelines for the project and programmatic features described below, the VMT/Capita
value is reduced by 15.7%. This results in a total VMT/capita for this project from 19.52 to 17.04. Since
17.04 is higher than the City threshold value of 11.39, TJKM finds that this project has a significant and
unavoidable impact on VMT after reduction measures.

The following VMT reduction measures are suggested:
e Increase residential development density above existing conditions
e Integrate affordable rate housing
e School Pool Program
e Access to Neighborhood Schools
e Voluntary travel behavior change program

6.2.1 Project Trip Generation

With the application of location-based mode-share adjustments, the proposed development is anticipated
to generate approximately 676 new trips during a typical weekday, of which 50 trips would occur during
the weekday morning (AM) peak hour and 65 trips would occur during the weekday afternoon (PM) peak
hour. The project site currently does not generate any trips as the existing site is occupied by a vacant
elementary school facility that closed in 2018.

6.2.2 Intersection Traffic Operations
The results of the intersection level of service (LOS) analyses indicate that all the four study intersections
are anticipated to operate within applicable jurisdictional standards of the City of San Jose (i.e., LOS D or
better) under Existing Conditions, Background Conditions, and Background plus Project Conditions. Thus,
traffic generated by the proposed development is not expected to negatively affect traffic operations within
the vicinity the surrounding road network.

6.2.3 Queuing Analysis at Study Intersections

TJKM conducted a vehicle queuing and storage analysis for exclusive left-turn or right-turn pockets at the
study intersections where project traffic is added under Background plus Project Conditions. The 95t
percentile queues (herein referred to as the “maximum” queue) were analyzed using the Transportation
Research Board's Highway Capacity Manual, 2000 Edition (HCM 2000) queuing methodology contained in
the TRAFFIX software.
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At Santa Teresa Boulevard/Snell Avenue intersection and Santa Teresa Boulevard/Dunn Avenue intersection,
the queue lengths would overflow the available storage length in the dedicated lane or lanes, under one or
both peak hours during Background Conditions and Background plus Project Conditions. However, the
project would add less than 25 feet (not more than one vehicle) for all the approaches to the queue length.
at Santa Teresa Boulevard/Snell Avenue intersection and the project would add maximum of 27 feet
(approximately one vehicle) for all the approaches to the queue length at Santa Teresa Boulevard/Dunn
Avenue intersection.

6.2.4 Site Access and On-Site Circulation

TJKM examined the project site plan (dated September 5, 2025) to evaluate the adequacy of on-site vehicle
circulation including emergency vehicles, delivery trucks and garbage trucks. Based on the evaluation, the
proposed on-site vehicle circulation is anticipated to be adequate.

6.2.5 Pedestrian, Bicycle and Transit Adverse Effects

The proposed project does not conflict with existing or planned pedestrian or bicycle facilities. Additionally,
the proposed project is anticipated to add a negligible number of trips to the existing transit facilities, which
can be accommodated by the existing transit capacity. Thus, the project is not anticipated to have an
adverse effect on the pedestrian, bicycle, and transit facilities within the study area.

6.2.6 Sight Distance Analysis

According to the California Department of Transportation’s (Caltrans) Highway Design Manual (HDM),
Chapter 200 — Geometric Design and Structure Standards (last revised July 1, 2020), the required minimum
stopping sight distance for a design speed of 25 mph (Glider Drive and Cozy Drive) is 150 feet. The line of
sight for vehicles exiting the project driveways turning left or right along Glider Drive and Cozy Drive are
clear and visible for a minimum of 150 feet. The sight distance is adequate at both the project driveways.

6.2.7 Parking

The City of San Jose has updated its Municipal Code to no longer have minimum parking requirements for
developments and encourages the use of alternative modes of transportation. The new parking ordinance
has been in effect as of April 10, 2023. However, based on the project site plan, 144 garage spaces, 144
driveway spaces and 102 on-street parking spaces will be provided. Project provides eight bicycle parking
spaces.

6.2.8 Neighborhood Interface

The proposed project is located in a residential area of single-family homes. The project generates 50 AM
(12 entering, 38 exiting) trips, 65 PM (40 entering, 25 exiting) trips, and 676 daily trips on residential
neighborhoods that connects the project driveways to Glider Drive and Cozy Drive. While the vehicles are
expected to travel through the residential neighborhoods via Suisse Drive and Dunn Avenue, the project
trips are minimal (i.e., approximately one vehicle per minute during the weekday peak hours ) and are likely
not anticipated to disrupt the residents of the neighborhood.
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Based on the speed and ADT data collected, 85" speed percentile on the neighborhood streets is below 31
mph and existing ADTs range from 229 to 1,780 vehicles per day. The project ADTs on the neighboring
streets are estimated to range from 229 to 2,152 vehicles per day. Therefore, the project does not result in
an adverse impact related to increased ADT or 85th-percentile speeds under the City of San José Traffic
Calming Policy (Council Policy 5-6, Section C) threshold criteria for Neighborhood Collector Streets.

6.2.9 Construction Operations
The proposed project is not expected to adversely affect conditions within the project study area (including
major closures of the sidewalk or bike lanes along the project’s frontage) during construction operation.

6.2.10 Transportation Demand Management

The project qualifies under the State Density Bonus Law and has requested, as a concession, an exemption
from the City's TDM guidelines. However, City would require a separate TDM Plan for enforcement of
proposed mitigation measures.
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Appendix A - Level of Service Methodology
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LEVEL OF SERVICE METHODOLOGY

LEVEL OF SERVICE

The description and procedures for cal culating capacity and level of service are found in Transportation
Research Board, Highway Capacity Manual 2000. Highway Capacity Manual 2000 represents the latest
research on capacity and quality of service for transportation facilities.

Quality of service requires quantitative measures to characterize operational conditions within atraffic
stream. Level of serviceisaquality measure describing operational conditions within atraffic stream,
generally in terms of such service measures as speed and travel time, freedom to maneuver, traffic
interruptions, and comfort and convenience.

Six levels of service are defined for each type of facility that has analysis procedures available. Letters
designate each level, from A to F, with level-of-service A representing the best operating conditions and
level-of-service F the worst. Each level of service represents arange of operating conditions and the
driver’s perception of these conditions. Safety is not included in the measures that establish service
levels.

A general description of service levelsfor various types of facilitiesis shown in Table A-I.

Table A-l
L evel of Service Description
Uninterrupted Flow Interrupted Flow
Facility Type Freeways Signalized Intersections
Multi-lane Highways Unsignalized Intersections
Two-lane Highways Two-way Stop Control
Urban Streets All-way Stop Control
LOS
A Free-flow Very low delay.
B Stable flow. Presence of other Low delay.
users noticeable.
C Stable flow. Comfort and Acceptable delay.
convenience starts to decline.
D High density stable flow. Tolerable delay.
E Unstable flow. Limit of acceptable delay.
F Forced or breakdown flow. Unacceptable delay

Source: Highway Capacity Manual 2000
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Urban Streets
Theterm “urban streets’ refersto urban arterials and collectors, including those in downtown areas.

Arterial streets are roads that primarily serve longer through trips. However, providing access to abutting
commercial and residential land usesis also an important function of arterials.

Collector streets provide both land access and traffic circulation within residential, commercial and
industrial areas. Their access function is more important than that of arterials, and unlike arterials their
operation is not always dominated by traffic signals.

Downtown streets are signalized facilities that often resemble arterials. They not only move through
traffic but also provide access to local businesses for passenger cars, transit buses, and trucks. Pedestrian
conflicts and lane abstructions created by stopping or standing buses, trucks and parking vehicles that
cause turbulence in the traffic flow are typical of downtown streets.

The speed of vehicles on urban streets is influenced by three main factors, street environment, interaction
among vehicles and traffic control. Asaresult, these factors also affect quality of service.

The street environment includes the geometric characteristics of the facility, the character of roadside
activity and adjacent land uses. Thus, the environment reflects the number and width of lanes, type of
median, driveway density, spacing between signalized intersections, existence of parking, level of
pedestrian activity and speed limit.

The interaction among vehiclesis determined by traffic density, the proportion of trucks and buses, and
turning movements. Thisinteraction affects the operation of vehicles at intersections and, to alesser
extent, between signals.

Traffic contral (including signals and signs) forces a portion of all vehiclesto slow or stop. The delays
and speed changes caused by traffic control devices reduce vehicle speeds, however, such controls are
needed to establish right-of-way.

The average travel speed for through vehicles along an urban street is the determinant of the operating
level of service. The travel speed aong a segment, section or entire length of an urban street is dependent
on the running speed between signalized intersections and the amount of control delay incurred at
signalized intersections.

Level-of-service A describes primarily free-flow operations. Vehicles are completely unimpeded in their
ability to maneuver within the traffic stream. Control delay at signalized intersections is minimal.

Level-of-service B describes reasonably unimpeded operations. The ability to maneuver within the traffic
stream is only slightly restricted, and control delays at signalized intersections are not significant.

Level-of-service C describes stable operations, however, ability to maneuver and change lanesin
midblock location may be more restricted than at level-of-service B. Longer queues, adverse signal
coordination, or both may contribute to lower travel speeds.

Level-of-service D borders on arange in which in which small increases in flow may cause substantial
increasesin delay and decreasesin travel speed. Level-of-service D may be due to adverse signal
progression, inappropriate signal timing, high volumes, or a combination of these factors.
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Level-of-service E is characterized by significant delays and lower travel speeds. Such operations are
caused by a combination of adverse progression, high signal density, high volumes, extensive delays at
critical intersections, and inappropriate signal timing.

Level-of-service F is characterized by urban street flow at extremely low speeds. Intersection congestion
islikely at critical signalized locations, with high delays, high volumes, and extensive queuing.

The methodology to determine level of service stratifies urban streets into four classifications. The
classifications are complex, and are related to functional and design categories. Table A-11 describes the
functional and design categories, while Table A-l11 relates these to the urban street classification.

Once classified, the urban street is divided into segments for analysis. An urban street segment is a one-
way section of street encompassing a series of blocks or links terminating at a signalized intersection.
Adjacent segments of urban streets may be combined to form larger street sections, provided that the
segments have similar demand flows and characteristics.

Levels of service are related to the average travel speed of vehicles along the urban street segment or
section.

Travel timesfor existing conditions are obtained by field measurements. The maximum-car techniqueis
used. Thevehicleisdriven at the posted speed limit unless impeded by actual traffic conditions. In the
maximum-car technique, a safe level of vehicular operation is maintained by observing proper following
distances and by changing speeds at reasonabl e rates of acceleration and deceleration. The maximum-car
technique provides the best base for measuring traffic performance.

An observer records the travel time and locations and duration of delay. The beginning and ending points
are the centers of intersections. Delays include times waiting in queues at signalized intersections. The
travel speed is determined by dividing the length of the segment by the travel time. Once the travel speed
on the arterial is determined, the level of serviceisfound by comparing the speed to the criteriain Table
A-1V. Level-of-service criteriavary for the different classifications of urban street, reflecting differences
in driver expectations.
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Table A-11

Functional and Design Categoriesfor Urban Streets

Functional Category

Criterion Principal Arterial Minor Arterial

Mobility function Very important Important

Access function Very minor Substantial

Points connected Freeways, important activity Principal arterials
centers, major traffic generators

Predominant trips served

Relatively long trips between major
points and through trips entering,
leaving, and passing through city

Trips of moderate length within
relatively small geographical areas

Design Category

Urban Street Class based on Function and Design Categories

Criterion High-Speed Suburban Intermediate Urban
Driveway access density Very low Low density Moderate density | High density
density
Arteria type Multilane Multilane Multilane Undivided one
divided; divided: divided or way; two way,
undivided or undivided or undivided; one two or more
two-lane with two-lane with way, two lane lanes
shoulders shoulders
Parking No No Some Usualy
Separate | eft-turn lanes Yes Yes Usualy Some
Signals per mile 05to2 1to5 4t010 6t012
Speed limits 45 to 55 mph 40 to 45 mph 30 to 40 mph 2510 35 mph
Pedestrian activity Very little Little Some Usualy
Roadside devel opment Low density Low to Medium to High density
medium moderate density
density
Source: Highway Capacity Manual 2000
Table A-111

Design Category

Functional Category

Principal Arterial

Minor Arterial

High-Speed
Suburban

Intermediate
Urban

I
Il orlV

Not applicable
I

I or IV
v

Source: Highway Capacity Manual 2000
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Table A-IV

Urban Street Levels of Service by Class

Urban Street Class I [ 1 v

Range of Free Flow Speeds 45t0 55 35t045 30t0 35 25t0 35

(mph)

Typical Free Flow Speed (mph) 50 40 33 30

Level of Service Average Travel Speed (mph)

A >42 >35 >30 >25
B >34 >28 >24 >19
C >27 >22 >18 >13
D >21 >17 >14 >9
E >16 >13 >10 >7
F <16 <13 <10 <7

Source: Highway Capacity Manual 2000

Interrupted Flow

One of the more important elements limiting, and often interrupting the flow of traffic on a highway isthe
intersection. Flow on an interrupted facility is usually dominated by points of fixed operation such as
traffic signals, stop and yield signs. These all operate quite differently and have differing impacts on
overal flow.

Signalized I nter sections

The capacity of ahighway isrelated primarily to the geometric characteristics of the facility, aswell asto
the composition of the traffic stream on the facility. Geometrics are afixed, or non-varying, characteristic
of afacility.

At the signalized intersection, an additional element isintroduced into the concept of capacity: time
alocation. A traffic signal essentially allocates time among conflicting traffic movements seeking use of
the same physical space. The way in which timeis alocated has a significant impact on the operation of
the intersection and on the capacity of the intersection and its approaches.

Level of servicefor signalized intersectionsis defined in terms of control delay, which is a measure of
driver discomfort, frustration, fuel consumption, and increased travel time. The delay experienced by a
motorist is made up of a number of factors that relate to control, traffic and incidents. Total delay isthe
difference between the travel time actually experienced and the reference travel time that would result
during base conditions, i. e., in the absence of traffic control, geometric delay, any incidents, and any
other vehicles. Specifically, level of service criteriafor traffic signals are stated in terms of average
control delay per vehicle, typically for a 15-minute analysis period. Delay isacomplex measure and
depends on a number of variables, including the quality of progression, the cycle length, the ratio of green
time to cycle length and the volume to capacity ratio for the lane group.

For each intersection analyzed the average control delay per vehicle per approach is determined for the
peak hour. A weighted average of control delay per vehicle is then determined for the intersection. A
level of service designation is given to the control delay to better describe the level of operation. A
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description of levels of service for signalized intersections can be found in Table A-V.

Table A-V

Description of L evel of Servicefor Signalized Inter sections

Level of Service Description

A Very low control delay, up to 10 seconds per vehicle. Progressionis
extremely favorable, and most vehicles arrive during the green phase.
Many vehicles do not stop at all. Short cycle lengths may tend to
contribute to low delay values.

B Control delay greater than 10 and up to 20 seconds per vehicle. Thereis
good progression or short cycle lengths or both. More vehicles stop
causing higher levels of delay.

C Control delay greater than 20 and up to 35 seconds per vehicle. Higher
delays are caused by fair progression or longer cycle lengths or both.
Individual cycle failures may begin to appear. Cycle failure occurswhen a
given green phase doe not serve queued vehicles, and overflow occurs. The
number of vehicles stopping is significant, though many still pass through
the intersection without stopping.

D Control delay greater than 35 and up to 55 seconds per vehicle. The
influence of congestions becomes more noticeable. Longer delays may
result from some combination of unfavorable progression, long cycle
lengths, or high volumes. Many vehicles stop, the proportion of vehicles
not stopping declines. Individual cycle failures are noticeable.

E Control delay greater than 55 and up to 80 seconds per vehicle. The limit
of acceptable delay. High delays usually indicate poor progression, long
cycle lengths, and high volumes. Individua cycle failures are frequent.

F Control delay in excess of 80 seconds per vehicle. Unacceptable to most
drivers. Oversaturation, arrival flow rates exceed the capacity of the
intersection. Many individual cycle failures. Poor progression and long
cycle lengths may also be contributing factors to higher delay.

Source: Highway Capacity Manual 2000

The use of control delay, which may also be referred to as signal delay, was introduced in the 1997 update
to the Highway Capacity Manual, and represents a departure from previous updates. In the third edition,
published in 1985 and the 1994 update to the third edition, delay only included stopped delay. Thus, the
level of service criterialisted in Table A-V differsfrom earlier criteria.

Unsignalized I nter sections

The current procedures on unsignalized intersections were first introduced in the 1997 update to the
Highway Capacity Manual and represent a revision of the methodology published in the 1994 update to
the 1985 Highway Capacity Manual. The revised procedures use control delay as a measure of
effectiveness to determine level of service. Delay isameasure of driver discomfort, frustration, fuel
consumption, and increased travel time. The delay experienced by amotorist is made up of a number of
factorsthat relate to control, traffic and incidents. Total delay isthe difference between the travel time
actually experienced and the reference travel time that would result during base conditions, i. e., in the
absence of traffic control, geometric delay, any incidents, and any other vehicles. Control delay isthe
increased time of travel for a vehicle approaching and passing through an unsignalized intersection,

compared with a free-flow vehicle if it were not required to slow or stop at the intersection.
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Two-Way Stop Controlled | ntersections

Two-way stop controlled intersections in which stop signs are used to assign the right-of-way, are the
most prevalent type of intersection in the United States. At two-way stop-controlled intersections the
stop-controlled approaches are referred as the minor street approaches and can be either public streets or
private driveways. The approaches that are not controlled by stop signs are referred to as the major street
approaches.

The capacity of movements subject to delay are determined using the "critical gap" method of capacity
analysis. Expected average control delay based on movement volume and movement capacity is
calculated. A level of service designation is given to the expected control delay for each minor
movement. Level of serviceisnot defined for the intersection as awhole. Control delay is the increased
time of travel for avehicle approaching and passing through a stop-controlled intersection, compared with
afree-flow vehicleif it were not required to slow or stop at the intersection. A description of levels of
service for two-way stop-controlled intersectionsis found in Table A-VI.

Table A-VI
Description of Level of Servicefor Two-Way Stop Controlled | nter sections
Level of Service Description

A Very low control delay less than 10 seconds per
vehicle for each movement subject to delay.

B Low control delay greater than 10 and up to 15
seconds per vehicle for each movement subject to
delay.

C Acceptable control delay greater than 15 and up to 25
seconds per vehicle for each movement subject to
delay.

D Tolerable control delay greater than 25 and up to 35
seconds per vehicle for each movement subject to
delay.

E Limit of tolerable control delay greater than 35 and
up to 50 seconds per vehicle for each movement
subject to delay.

F Unacceptable control delay in excess of 50 seconds
per vehicle for each movement subject to delay.

Source: Highway Capacity Manual 2000

Level of Service Page A-7
TJKM Transportation Consultants Appendix A
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San Jose, CA DOT - Turning Movement Counts - 5 Minute Intervals

Project Peak Hour All Vehicles Heavy Vehicles Bicydles Pedestrians
Project Manager iy e G o - 5 o 2
. 1t U | | | |
Start End . i r—
AM Peak Hour 7:45 8:45 Setn Toresn Bvd | 3 s 8 . I T | | oy B ol ————
Peak 15-Minutes 8:20 8:35 P J l L Y J l L L J l t b t
Node ) T i3 s oD W e 1 . 1
Shop T - B L 70 - = - T ~ 7 = .- T g - e
' ars w I am w w Ay 5 wRc 2
Latitude 37.2368952 A5 — =0 Fu— £=s Om— £=0
. Gan m—p g — 1218 7 w— s — 12 1 — — 0 @
Longitude -121.8306188 L = =y c = c° 8 2 ]
Orientation (N-S) Snell Ave = avtr o= aMtr atr ! & !
Orientation (E-W) Santa Teresa Blvd _I s g 3 B Santa Teresa Bivd _I S o @ N I_ o o | |
— 06 m—-
Date 04/23/2024 Snelave } } 1t
a3 375 067 462 (088) 10 10 [ o
Peak Rolling Hour Flow Rates Hotoss Total stdy connts contraved o porenfveses.
Vehicle Type Northbound Eastbound Southbound Westbound
(per FHWA Classification) U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right Total
Bicycles on Road 0o 0 [0 0 9 1 9 0 9 0 9 0 9] 0 9 0 1
Lights (Classes Il & I1I) 10 145 157 140 6 97 452 83 [0 373 216 112 239 56 853 356 3,295
Mediums (Classes IV, V & VI) 9 0 8 2 9 1 3 3 9 7 3 5 0 4 17 13 66
Articulated Trucks (Class VII - XIIl) 0 0 [0 0 [0 0 [0 0 0 0 [0 0 [0 0 [0 2 2
Total 10 145 165 142 6 99 455 86 0 380 219 117 239 60 870 371 3,364
Total Morotized Vehicles 10 145 165 142 6 98 455 86 0 380 219 117 239 60 870 371 3,363
Heavy Vehicle Percentage
(Me;\{u ms & AniculatedgTrucks) 22% L.2% 2% 23% 2.0%
Peak Hour Factor (PHF) 0.67 0.73 0.69 0.88 0.80
Pedestrian on Crosswalk 90 90 68 194 442
Traffic Counts - All Vehicles
INTERSECTION ORIENTATION Snell Ave Santa Teresa Blvd Snell Ave Santa Teresa Blvd
Northbound Eastbound Southbound Westbound
Time U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right Total Rolling Hour
7:00 AM 0 6 2 1 0 1 6 0 0 3 6 4 0 0 24 9 62 0
7:05 AM 0 7 6 3 0 2 8 0 0 4 4 1 0 3 39 13 90 0
7:10 AM 0 9 7 1 0 3 13 4 0 7 1 4 0 2 72 7 130 0
7:15 AM 0 11 3 3 0 6 13 4 0 16 1 2 0 0 45 10 114 0
7:20 AM 0 11 4 2 0 2 9 2 0 6 1 6 1 1 34 12 91 0
7:25 AM 0 6 7 3 0 3 15 3 0 5 8 3 1 3 63 10 130 0
7:30 AM 0 10 3 2 0 8 15 2 0 11 4 9 2 0 62 17 145 0
7:35 AM 0 15 9 2 0 5 21 1 0 6 4 6 1 0 95 19 184 0
7:40 AM 0 12 5 2 0 1 10 2 0 14 7 8 2 1 88 20 172 0
7:45 AM 0 12 13 3 0 5 23 3 0 15 6 12 2 4 98 18 214 0
7:50 AM 0 15 9 7 0 8 23 4 0 15 9 16 7 6 88 21 228 0
7:55 AM 1 10 9 5 0 3 23 7 0 36 17 15 12 3 62 36 239 1,799
8:00 AM 1 9 10 6 0 8 35 10 0 35 12 11 15 6 64 34 256 1,993
8:05 AM 1 12 14 16 1 9 39 8 0 37 20 2 20 6 68 35 288 2,191
8:10 AM 0 9 10 11 1 7 42 5 0 30 22 8 32 3 82 35 297 2,358
8:15 AM 1 12 14 22 2 5 30 5 0 a7 23 8 42 5 73 39 328 2,572
8:20 AM 1 16 20 18 1 8 58 12 0 51 30 5 28 4 50 27 329 2,810
8:25 AM 3 16 24 19 0 7 59 11 0 53 29 12 26 5 85 37 386 3,066
8:30 AM 2 15 22 16 0 7 49 9 0 36 24 9 28 7 76 30 330 3,251
8:35 AM 0 12 10 11 0 14 48 4 0 17 20 15 16 3 68 28 266 3,333
8:40 AM 0 7 10 8 1 18 26 8 0 8 7 4 11 8 56 31 203 3,364
8:45 AM 0 3 15 4 0 9 36 8 0 11 12 7 1 2 38 13 159 3,309
8:50 AM 0 8 16 7 2 12 18 4 0 10 10 8 6 8 33 11 153 3,234
8:55 AM 0 13 7 1 1 6 23 4 1 10 7 1 1 5 42 16 138 3,133




Traffic Counts - Motorized Vehicles

Westbound

Southbound

Left

Eastbound

Northbound

Total

Thru Right

Left

U-Turn

Right

Thru

U-Turn

Left Thru Right

U-Turn

U-Turn Left Thru Right

Time
7:00 AM

62

24
39

920
129
114

13

7:05 AM

71
45

13

13

7:10 AM

10
12
10
17
19
20
18
21
36

16

11
11

7:15 AM

91
130
145
184
171
214
227
239
256
288
297

34

7:20 AM

63
62
95

15
15
21
10
23
23
23
35

7:25 AM

11

10
15
12
12
15
10

7:30 AM

7:35 AM

87

14
15
15
36
35

7:40 AM

98
88
62
64
68
82

12
16
15
11

13

7:45 AM

7:50 AM

12
15
20
32

17

7:55 AM

34
35

12
20
22
23
30
29
24
20

10

10
14
10
14
20
24
22
10
10
15
16

8:00 AM

37

39
42

16
11
22
18
19
16
11

12

8:05 AM

35

30
a7

8:10 AM

328
329
386
330
266
203

39
27
37

73
50
85
76
68
56
38
33

42

30
58
59
49
48
26
36
18

12
16
16
15
12

8:15 AM

28
26
28

51
53
36
17

12
11

8:20 AM

12

8:25 AM

30
28

8:30 AM

16
11

15

14
18

8:35 AM

31
13
11

8:40 AM

159
153

12
10

11
10

8:45 AM

12

8:50 AM

16 138

42

10

23

13

8:55 AM

Traffic Counts - Heavy Vehicles

Westbound

Southbound

Left

Eastbound

Northbound

Time

Total

Right

Thru

Left

U-Turn

Right

Thru

U-Turn

Left Thru Right

U-Turn

Left Thru Right

U-Turn

7:00 AM

7:05 AM

7:10 AM

7:15 AM

7:20 AM

7:25 AM

7:30 AM

7:35 AM

7:40 AM

7:45 AM

7:50 AM

7:55 AM

8:00 AM

8:05 AM

8:10 AM

8:15 AM

8:20 AM

8:25 AM

8:30 AM

8:35 AM

8:40 AM

8:45 AM

8:50 AM

8:55 AM



Traffic Counts - Lights (Passenger Cars and Two Axle Four Tier Single Units)

Northbound Eastbound Southbound Westbound

Time U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right Total
7:00 AM 0 6 2 1 0 1 6 0 0 1 6 3 0 0 24 8 58
7:05 AM 0 7 6 3 9] 2 8 9] 0 4 4 1 0o 3 38 12 88
7:10 AM 0 9 6 1 0 3 13 4 0 6 1 4 0 2 71 6 126
7:15 AM 0 11 3 3 0 5 12 4 0 16 1 2 0 0 44 10 111
7:20 AM 0 11 3 2 9] 2 9 2 0 5 1 6 1 1 33 11 87
7:25 AM 0 6 7 3 9] 3 14 3 0 5 8 3 1 3 63 9 128
7:30 AM 0 10 3 2 9] 7 12 2 0 10 4 9 2 9] 62 17 140
7:35 AM 0 15 9 2 9] 5 21 1 0 6 3 6 1 9] 95 18 182
7:40 AM 0 12 5 2 9] 1 8 2 0 14 6 8 2 1 87 19 167
7:45 AM 0 12 13 3 9] 5 23 3 0 14 6 11 2 3 97 15 207
7:50 AM 0 15 9 6 9] 7 22 4 0 14 9 16 7 6 86 21 222
7:55 AM 1 10 9 5 9] 3 23 7 0 36 17 15 12 3 60 35 236
8:00 AM 1 9 10 6 9] 7 35 10 0o 34 12 10 15 6 62 30 247
8:05 AM 1 12 14 16 1 9 39 8 0 37 19 2 20 4 66 34 282
8:10 AM 0 9 10 11 1 7 42 4 0 30 21 8 32 3 81 34 293
8:15 AM 1 12 14 22 2 5 30 5 0 a7 23 7 42 5 70 39 324
8:20 AM 1 16 16 18 1 8 58 10 0o 50 30 5 28 4 50 26 321
8:25 AM 3 16 24 18 9] 7 58 11 0o 52 28 12 26 5 83 36 379
8:30 AM 2 15 19 16 9] 7 49 9 0 34 24 8 28 7 75 30 323
8:35 AM 0 12 9 11 9] 14 48 4 9] 17 20 14 16 2 67 25 259
8:40 AM 0 7 10 8 1 18 25 8 9] 8 7 4 11 8 56 31 202
8:45 AM 0 3 15 3 9] 9 35 8 0 10 12 7 1 2 38 13 156
8:50 AM 0 7 15 7 2 11 18 4 0 10 10 7 6 8 33 10 148
8:55 AM 0 13 6 1 1 6 21 4 1 10 7 1 1 5 40 15 132

Traffic Counts - Bicycles on Road
Northbound Eastbound Southbound Westbound

Time U-Turn Left Thru __Right  U-Turn Left Thru __Right  U-Turn Left Thru __Right  U-Turn Left Thru ___Right Total
7:00 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
7:05 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
7:10 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 1 0 1
7:15 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
7:20 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
7:25 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
7:30 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
7:35 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
7:40 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 1 0 1
7:45 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
7:50 AM 0 0 0 0 0 1 0 0 0 0 0 0 0 0 0 0 1
7:55 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
8:00 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
8:05 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
8:10 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
8:15 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
8:20 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
8:25 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
8:30 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
8:35 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
8:40 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
8:45 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
8:50 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
8:55 AM 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0



Pedestrians on Crosswalk

Westbound

Southbound

Eastbound

Northbound

ccw cw Total ccw cw Total ccw cw Total ccw cw Total

Time
7:00 AM

7:05 AM

7:10 AM

7:15 AM

7:20 AM

7:25 AM

7:30 AM

7:35 AM

7:40 AM

7:45 AM

7:50 AM

7:55 AM

8:00 AM

14

12

8:05 AM

12

13
29
18
19

13
29
18
18

16
29

15
29

8:10 AM

66
56
28

66
54
27

8:15 AM

8:20 AM

13

11

18

18

8:25 AM

8:30 AM

8:35 AM

8:40 AM

8:45 AM

8:50 AM

8:55 AM



San Jose, CA DOT - Turning Movement Counts - 5 Minute Intervals

Project Peak Hour All Vehicles Heavy Vehicles Bicycles Pedesirians
Project Manager 5 P

LIS | it
| e g L I A e [ o=

Posk 15 Mimtes 1505 1620 Jido _ JILG JILL -

Nods g s P ) s - =T t .
Shop 624 e it N i d— 50 1 — o N i d— g 1 ot — d— B

LE ] W asa E as3 wa! E w E = w ﬂ E ®
Latitude 37.2368952 — & e s ™ . ' — ™ e . B .
Longitude -121.8306188 0=y, = i = o =y s e s a
Orientation (N-S) Snell Ave s a1tr g aqtr aqtr i ” ||
Orientation (E-W) 3anta Teresa Blvd | -8 8 8 | ‘Santa Teresa Bl d | e = » o I_ _‘ e e e o I_ |

A5 Aqu—-
Date 04/23/2024 SoliAve } t 1 1 l t
1 ®

Peak Rolling Hour Flow Rates

Vehicle Type Northbound Eastbound Southbound Westbound
(per FHWA Classification) U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right Total

Bicycles on Road 0o 0 [0 0 9 0 9 0 9 0 1 0 9] 0 1 0 2

Lights (Classes Il & I1I) 9 87 104 100 11 104 630 102 3 310 150 91 86 62 493 202 2,544

Mediums (Classes IV, V & VI) 9 1 2 0 9 0 2 1 9 4 1 0 9 0 0 6 17

Articulated Trucks (Class VII - XIIl) 0 0 [0 0 [0 0 [0 0 9 0 [0 0 9 0 [0 0 9

Total 9 88 106 100 11 104 632 103 3 314 152 91 86 62 494 208 2,563

Total Morotized Vehicles 9 88 106 100 11 104 632 103 3 314 151 91 86 62 493 208 2,561

Heavy Vehicle Percentage

(Me;\{u ms & AniculatedgTrucks) 1.0% 04% 0.9% 0-7% 0.7%

Peak Hour Factor (PHF) 0.58 0.91 0.77 0.83 0.83

Pedestrian on Crosswalk 89 91 96 126 402

Traffic Counts - All Vehicles

INTERSECTION ORIENTATION Snell Ave Santa Teresa Blvd Snell Ave Santa Teresa Blvd
Northbound Eastbound Southbound Westbound
Time U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right Total Rolling Hour

4:00 PM 1 13 7 10 1 8 63 9 1 27 18 7 13 7 44 14 243 9]
4:05 PM 0 3 4 7 2 4 64 14 0 30 11 10 14 5 45 22 235 0
4:10 PM 1 18 17 18 1 7 a7 13 0 43 15 11 15 3 44 24 277 0
4:15 PM 1 13 20 18 2 10 46 11 0 34 19 6 16 4 43 19 262 0
4:20 PM 1 4 13 7 0 7 48 8 0 33 11 9 11 8 a7 21 228 0
4:25 PM 1 7 6 5 3 9 64 8 1 19 9 11 8 7 40 14 212 0
4:30 PM 0 10 6 7 0 9 36 7 1 33 6 7 1 6 35 17 181 0
4:35 PM 0 4 9 9 0 14 57 1 0 22 9 7 1 3 31 17 184 0
4:40 PM 0 5 3 5 0 10 71 7 0 9 6 6 1 3 67 15 208 0
4:45 PM 0 3 7 2 0 8 48 9 0 28 14 7 0 3 29 15 173 0
4:50 PM 3 4 4 7 0 9 57 9 0 15 9 6 4 6 48 11 192 0
4:55 PM 1 4 10 5 2 9 31 7 0 21 25 4 2 7 21 19 168 2,563
5:00 PM 0 7 0 4 0 7 68 7 0 24 8 7 0 5 a7 10 194 2,514
5:05 PM 1 8 9 6 1 14 39 14 0 17 10 7 5 8 43 17 199 2,478
5:10 PM 1 2 7 8 3 14 63 9 0 25 11 9 8 8 64 19 251 2,452
5:15 PM 0 7 5 14 3 6 42 12 0 32 15 11 3 6 28 10 194 2,384
5:20 PM 0 6 2 7 1 13 54 4 1 22 6 8 7 6 48 17 202 2,358
5:25 PM 0 7 6 6 0 10 46 15 1 38 18 6 3 9 33 20 218 2,364
5:30 PM 0 6 4 3 1 9 53 13 0 13 10 4 8 6 45 16 191 2,374
5:35 PM 0 14 4 4 2 10 60 4 0 25 11 8 4 10 38 16 210 2,400
5:40 PM 0 7 5 5 2 12 57 8 1 27 17 4 4 1 39 18 207 2,399
5:45 PM 0 9 3 5 2 10 55 12 0 15 12 6 2 3 40 17 191 2,417
5:50 PM 2 4 2 3 4 6 64 10 0 19 6 5 4 3 31 13 176 2,401
5:55 PM 0 3 9 9 0 14 60 10 0 21 8 10 2 8 29 12 195 2,428



Traffic Counts - Motorized Vehicles

Westbound

Left

Southbound

Eastbound

Northbound

Total

Right

Thru

U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right U-Turn

Time
4:00 PM

243
235
277
262
228
212
181
184
207
173
191
168
194

14
22
24
19
21
14
17
17
15
15
11
19
10
17

44
45

13
14
15
16
11

18
11
15
19
11

27

63
64
47

10

13

10
11

30

43

14
13

4:05 PM

44
43

17 18
18

18
13

4:10 PM

34
33

11

46
48
64
36
57
71
48
57

10

20
13

4:15 PM

47

4:20 PM

40
35
31
67

11

19
33

4:25 PM

10

4:30 PM

22

14
10

4:35 PM

4:40 PM

29
47

14

28
15
21
24
17
25
32

4:45 PM

4:50 PM

21
47

25

31

10

4:55 PM

68
39

5:00 PM

199
251

43
64
28
48
32
45
38
39
40
31

10
11
15

14

14
14

5:05 PM

19

63
42

5:10 PM

194
202
217
191
210
207

10
17
20

11

12

14

5:15 PM

22
38
13
25
27

54
46
53
60
57
55
64

13
10

5:20 PM

18
10
11
17
12

15
13

5:25 PM

16
16
18
17

5:30 PM

10

10
12
10

14

5:35 PM

5:40 PM

191
176

15
19

12
10

5:45 PM

13

5:50 PM

12 194

29

10

21

60 10

14

5:55 PM

Traffic Counts - Heavy Vehicles

Westbound

Southbound

Left

Eastbound

Northbound

Time

Total

Right

Thru

Left

U-Turn

Right

Thru

U-Turn

Left Thru Right

U-Turn

Left Thru Right

U-Turn

4:00 PM

4:05 PM

4:10 PM

4:15 PM

4:20 PM

4:25 PM

4:30 PM

4:35 PM

4:40 PM

4:45 PM

4:50 PM

4:55 PM

5:00 PM

5:05 PM

5:10 PM

5:15 PM

5:20 PM

5:25 PM

5:30 PM

5:35 PM

5:40 PM

5:45 PM

5:50 PM

5:55 PM



Traffic Counts - Lights (Passenger Cars and Two Axle Four Tier Single Units)

Westbound

Left

Southbound

Left

Eastbound

Left

Northbound

Left

Total

Right

Right U-Turn Thru

Thru

U-Turn

Right

Thru

U-Turn

Right

Thru

U-Turn

Time
4:00 PM

240
234
277
260
227
211
180
182
206
171
190
166
192
196
248
191
200
217
189
207
206
191
174

14
21
24
19
20
14
17

44
45
44
43
47

13
14
15
16
11

17

26
30
43
34
33

63
64
a7

10

13

10
11

11
15
19
11

14
13
11

4:05 PM

18
18

17
19
13

18
13

4:10 PM

45

10

4:15 PM

48
64
36
57

4:20 PM

40
35
31
67

11

19
32
22

4:25 PM

10

4:30 PM

15
15
14
11
18
10
16
19

14
10

4:35 PM

71
48
56
31
67

4:40 PM

29
47

14

27

4:45 PM

15
20
24
17

4:50 PM

21
46
42
63
28
48
32
45

25

10

4:55 PM

5:00 PM

39 14

61

14
14

5:05 PM

11
15

25
32
21
38

5:10 PM

11

12

41

14

5:15 PM

16
20
16
14
18
17
13

54
46
53
59
57

13
10

5:20 PM

18
10
11
17

15
13

5:25 PM

12
25
27

5:30 PM

38
38
40
31

10

10
12
10

14

5:35 PM

5:40 PM

12 15 12
17

10

55
64

5:45 PM

5:50 PM

10 21 10 29 11 192

59

14

5:55 PM

Traffic Counts - Bicycles on Road

Westbound

Left

Southbound

Left

Eastbound

Left

Northbound

Left

Total

Right

Thru

U-Turn

Right

Thru

U-Turn

Right

Thru

U-Turn

Right

Thru

U-Turn

Time
4:00 PM

4:05 PM

4:10 PM

4:15 PM

4:20 PM

4:25 PM

4:30 PM

4:35 PM

4:40 PM

4:45 PM

4:50 PM

4:55 PM

5:00 PM

5:05 PM

5:10 PM

5:15 PM

5:20 PM

5:25 PM

5:30 PM

5:35 PM

5:40 PM

5:45 PM

5:50 PM

5:55 PM



Pedestrians on Crosswalk

Westbound

Southbound

Eastbound

Northbound

ccw cw Total ccw cw Total ccw cw Total ccw cw Total

Time
4:00 PM
4:05 PM
4:10 PM
4:15 PM
4:20 PM
4:25 PM
4:30 PM
4:35 PM
4:40 PM
4:45 PM
4:50 PM
4:55 PM

32
61

31
61
18

22

41

21
40
17

14

46

14

45

37

37

22

21
10

18

19

16

12

12

12

12

5:00 PM

10

5:05 PM

5:10 PM

5:15 PM

5:20 PM

5:25 PM

5:30 PM

5:35 PM

5:40 PM

5:45 PM

5:50 PM

5:55 PM



San Jose, CA DOT - Turning Movement Counts - 5 Minute Intervals

Ploj:ec't SarT Jose - Dunn Ave Counts Peak Hour All Vehicles Heavy Vehi Bicycles Ped ians
Project Manager Jerid 1 o BE o . o . N N
| R T 11 U
Start End Sy y—
AM Peak Hour 7:55 8:55 Sanda Teresa Bivd L 8 o o o o o

Peak 15-Minutes 815 8:30 J i LL j i lu, L Jd i LL

Node g P, ) T K . T . ] u o I !
1.451 g N d— 1267 32— N G 33 1 d— —

Shop PO 155 omd -y O gy

Latitude 37.237578 - B o= | F e — 0 e ¥ k .

Longitude -121.822124 11z == —y ® c =m0 2= - ® c —- - - s " = ] .

Orientation (N-S) Dunn Ave tat62) 1 d-l ' r (7 a 4-' t r a 1-. ' r l l

Orientation (E-W) ianta Teresa Blvd _| o d 28 Im__ oed _| o - o o I_ _I o o o = I_ |

d—3 S
Date 04/17/2024 — ‘ ' l_ I ‘ t
sy 126 ors 126 21 3 1 o 1
Peak Rolling Hour Flow Rates Noken: ool lunky pounds: oordemined Siperenthesea:
Vehicle Type Northbound Eastbound Southbound Westbound
(per FHWA Classification) U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right Total

Bicycles on Road 0 0 0 1 0 0 1 0 0 0 0 0 0 0 1 0 3

Lights (Classes Il & I1I) 0 73 14 37 193 29 849 39 0 26 11 29 6 73 1,123 16 2,518

Mediums (Classes IV, V & VI) 0 1 0 0 0 0 9 1 0 0 0 0 0 1 28 1 41

Articulated Trucks (Class VII - XIIl) 0 [0 0 [0 0 [0 1 1 0 [0 0 [0 0 [0 3 [0 5

Total 0 74 14 38 193 29 860 41 0 26 11 29 6 74 1,155 17 2,567

Total Morotized Vehicles 0 74 14 37 193 29 859 41 0 26 11 29 6 74 1,154 17 2,564

Heavg./ Vehicle P.ercentage 0.8% 1.1% 0.0% 2.6% 1.8%

(Mediums & Articulated Trucks)

Peak Hour Factor (PHF) 0.73 0.67 0.57 0.71 0.75

Pedestrian on Crosswalk 26 25 2 3 56

Traffic Counts - All Vehicles

INTERSECTION ORIENTATION Dunn Ave Santa Teresa Blvd Dunn Ave Santa Teresa Blvd
Northbound Eastbound Southbound Westbound
Time U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right U-Turn Left Thru Right Total Rolling Hour

7:00 AM 0 5 0 o 0 1 9 2 0 o 0 o 0 o 42 o 59 0
7:05 AM 0 1 0 2 0 9 14 0o 0 9 0 9 0 5 42 o 64 0
7:10 AM 0 6 1 2 3 1 24 0 0 0 0 1 0 2 55 0 95 0
7:15 AM 0 3 0 1 2 1 24 0o 0 9 0 0 0 0o 64 9] 95 0
7:20 AM 0 2 0 3 1 0 15 0 0 0 0 1 0 1 48 0 71 0
7:25 AM 0 2 1 3 1 [0 22 2 0 1 0 9 0 9 65 9 97 0
7:30 AM 0 9 0 2 3 2 18 0 0 0 0 1 1 0 64 0 100 0
7:35 AM 0 9 0 2 3 3 29 2 0 3 0 9 0 3 102 2 158 0
7:40 AM 0 4 1 4 3 2 26 0 0 0 0 2 0 0 103 0 145 0
7:45 AM 0 7 0 2 4 1 29 1 0 1 1 1 0 2 79 2 130 0
7:50 AM 0 2 1 5 0 0 32 1 0 0 0 1 0 2 76 0 120 0
7:55 AM 0 6 0 5 8 1 39 2 0 1 1 0 0 9 96 1 160 1,294
8:00 AM 0 9 0 4 8 2 33 1 0 2 0 4 0 5 89 2 159 1,394
8:05 AM 0 7 1 3 6 4 55 1 0 0 0 3 1 15 117 3 216 1,546
8:10 AM 0 4 1 5 15 2 81 1 0 1 1 1 1 9 80 2 204 1,655
8:15 AM 0 9 2 7 15 2 74 2 0 9 2 5 0 17 177 0 312 1,872
8:20 AM 0 7 0 4 32 4 94 6 0 4 1 3 0 9 120 3 287 2,088
8:25 AM 0 7 4 3 21 3 83 8 0 6 3 3 2 9 101 1 254 2,245
8:30 AM 0 7 5 1 30 3 110 8 0 5 1 3 0 2 97 0 272 2,417
8:35 AM 0 6 0 2 29 5 116 5 0 2 0 5 0 1 63 1 235 2,494
8:40 AM 0 4 1 2 18 1 71 2 0 2 1 1 1 2 89 0 195 2,544
8:45 AM 0 5 0 1 7 2 50 2 0 2 0 [0 0 3 66 3 141 2,555
8:50 AM 0 3 0 1 4 0 54 3 0 1 1 1 1 2 60 1 132 2,567
8:55 AM 0 4 0 2 5 1 51 1 0 1 0 1 0 2 69 9 137 2,544




Traffic Counts - Motorized Vehicles

Westbound

Southbound

Left

Eastbound

Northbound

Left

Total

Right

Thru

Left

U-Turn

Right

Thru

U-Turn

Left Thru Right

U-Turn

Right

Thru

U-Turn

Time
7:00 AM

58
63
93
95

41

41

14

23

7:05 AM

55
64
48
65
64
102
102

7:10 AM

24
15
22

7:15 AM

71

97
100
158
144
130
120
158
159
216
203
312
287
254
272
235
195
141
132

7:20 AM

7:25 AM

18
29

7:30 AM

7:35 AM

26
29

7:40 AM

79
76

96

7:45 AM

32

7:50 AM

38
33

7:55 AM
8:00 AM
8:05 AM
8:10 AM
8:15 AM
8:20 AM

89
117

15

55

79
177
120
101

81

15
15
32

17

74
94
83
110
116

21
30
29
18

8:25 AM
8:30 AM

97

63

8:35 AM
8:40 AM

89

71
50
54

66

8:45 AM
8:50 AM

60

137

69

51

8:55 AM

Traffic Counts - Heavy Vehicles

Westbound

Southbound

Eastbound

Northbound

Time

Total

Right

Thru

Left

U-Turn

Left Thru Right

U-Turn

Left Thru Right

U-Turn

Left Thru Right

U-Turn

7:00 AM

7:05 AM

7:10 AM

7:15 AM

7:20 AM

7:25 AM

7:30 AM

7:35 AM

7:40 AM

7:45 AM

7:50 AM

7:55 AM
8:00 AM
8:05 AM
8:10 AM

8:15 AM
8:20 AM

8:25 AM
8:30 AM

8:35 AM
8:40 AM

8:45 AM
8:50 AM

8:55 AM



Traffic Counts - Lights (Passenger Cars and Two Axle Four Tier Single Units)

Westbound

Left

Southbound

Left

Eastbound

Left

Northbound

Left

Total

Right

Thru

U-Turn

Right

Thru

U-Turn

Right

Thru

U-Turn

Right

Thru

U-Turn

Time
7:00 AM

56
62

41

40

14
22
23

7:05 AM

90
89

53
60

47

7:10 AM

7:15 AM

70
92

15
20

7:20 AM

62
62
102
101

7:25 AM

97
157

17
29
25
27
31

7:30 AM

7:35 AM

142
125
116
154
155
213

7:40 AM

77
74
94

7:45 AM

7:50 AM

37

7:55 AM

85
115

33

8:00 AM

15

54
80
74
94
81
110
113

8:05 AM

197
310
283
247
269
229

75
175
117

15
15
32

8:10 AM

17

8:15 AM

8:20 AM

97

21

8:25 AM

94

30

8:30 AM

60
88

29

8:35 AM

193
138
130

70
49

18

8:40 AM

65
58

8:45 AM
8:50 AM

54

136

68

51

8:55 AM

Traffic Counts - Bicycles on Road

Westbound

Left

Southbound

Left

Eastbound

Left

Northbound

Left

Total

Right

Thru

U-Turn

Right

Thru

U-Turn

Right

Thru

Right U-Turn

Thru

U-Turn

Time
7:00 AM

7:05 AM

7:10 AM

7:15 AM

7:20 AM

7:25 AM

7:30 AM

7:35 AM

7:40 AM

7:45 AM

7:50 AM

7:55 AM
8:00 AM
8:05 AM
8:10 AM
8:15 AM
8:20 AM
8:25 AM
8:30 AM
8:35 AM
8:40 AM
8:45 AM
8:50 AM
8:55 AM



Pedestrians on Crosswalk

Eastbound Southbound Westbound

Northbound

Time ccw cw Total ccw cw Total ccw cw Total ccw cw Total

7:00 AM

7:05 AM

7:10 AM

7:15 AM

7:20 AM

7:25 AM

7:30 AM

7:35 AM

7:40 AM

7:45 AM

7:50 AM

7:55 AM

8:00 AM

8:05 AM

8:10 AM

8:15 AM

8:20 AM

8:25 AM

8:30 AM

8:35 AM

8:40 AM

8:45 AM

8:50 AM

8:55 AM
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